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(57) ABSTRACT

Emergency lighting for an aircraft has a primary power source
for light units provided by the normal aircraft power supply
and a secondary power source provided by power supply units
operable to back-up the primary power source. Each light unit
may have its own power supply unit operable to power the
light unit in an emergency if the normal aircraft power supply
fails or is otherwise unable to power the emergency lighting.
Each power supply unit includes one or more electric double
layer capacitors that are charged whenever the normal aircraft
power supply is operational to provide the primary power
source. The useful life of the electric double layer capacitors
may be prolonged by reducing the capacitor voltage when the
emergency lighting is switched off.

14 Claims, 1 Drawing Sheet
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1
LIGHTING

FIELD OF THE INVENTION

This invention concerns improvements in or relating to
lighting and in particular, but not exclusively, emergency
lighting for a passenger transport vehicle such as an aircraft,
train, ship and the like so as to guide passengers to an exit
when the vehicle is evacuated. The invention further relates to
power sources for such units and more especially to a method
of monitoring or checking the condition of the power source
to provide an indication when the power source may need to
bereplaced/recharged. The invention has application to emer-
gency lighting both for fitting to new vehicles and for retro-
fitting to existing vehicles. For convenience, the invention is
described hereinafter for use in aircraft but it will be under-
stood the invention has application to other passenger
vehicles and in at least some aspects may have application to
buildings, especially in a wayfinding system to assist evacu-
ation in an emergency.

BACKGROUND OF THE INVENTION

Conventional electrically powered lighting systems pro-
vided in aircraft for normal use are hard wired with electrical
wiring connecting individual light sources to a remote power
source, typically storage batteries. Such systems may be ren-
dered inoperable following an accident if the electrical wiring
connections to the power source are damaged. For example,
the electrical wiring connections may be broken by impact
damage to the structure of the aircraft, and/or by fire and/or by
water if the aircraft has to make an emergency landing on land
or in the sea.

For this reason, it is a mandatory requirement to fit aircraft
with emergency lighting systems at ceiling and floor level that
are operable independently of the normal lighting system to
provide back-up in the event of failure of the latter and to
assist evacuation of the aircraft.

We have previously proposed using batteries as a back-up
to the aircraft power supply so that, under normal conditions
when the emergency lighting is not required, operation of the
light units, for example during installation and routine testing
of the units, is powered by the aircraft power supply. As a
result, the battery power supply is conserved for operating the
light units in an emergency when the aircraft power supply
fails or the wiring between the aircraft power supply and the
light units is damaged or broken such as following a crash.

The provision of batteries as the power source in an emer-
gency can however give rise to issues of reliability due to the
life limits of batteries and the present invention seeks to
provide an alternative power source for emergency lighting,
particularly, but not exclusively, for use in aircraft.

SUMMARY

According to one aspect of the invention we provide emer-
gency lighting for an aircraft (or other vehicle or possibly a
building) wherein a power source for illumination in an emer-
gency is provided by one or more electric double-layer
capacitors.

The invented emergency lighting replaces batteries as the
power source with electric double-layer capacitors. By using
electric double-layer capacitors, the problems inherent with
battery life may be overcome or at least mitigated resulting in
a more reliable system of emergency lighting.

The power source provided by the one or more electric
double-layer capacitors may provide the sole power source
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for the emergency lighting. More preferably, however, the
emergency lighting is powered by the aircraft power supply
so that routine checking of the emergency lighting may be
carried out under normal conditions independently of the
electric double-layer capacitors which provide an auxiliary or
secondary power source operable to back-up the aircraft
power supply so that the emergency lighting can operate in an
emergency (or at any other time) if the aircraft power supply
is disabled for any reason.

Preferably, the electric double-layer capacitors of the aux-
iliary or secondary power source are charged whenever the
aircraft power supply is operational. It may be that the capaci-
tors are constantly charged using up to a maximum amount of
current from the aircraft power supply whenever it is avail-
able. It may be that an amount of the power output from the
auxiliary or secondary power source may be taken from the
aircraft power supply when it is available up to a limit to
reduce the effect of usage on the internal storage of the
capacitors.

Electric double-layer capacitors can be fully charged in a
much shorter period of time than is possible with batteries. As
result, even if the capacitors are fully discharged, they can be
re-charged quickly when the aircraft power supply is opera-
tional to meet the operating requirements for the emergency
lighting and reduce the potential for departure delays.

Preferably, means is provided for checking that the electric
double-layer capacitors meet the operating requirements for
the emergency lighting. We may measure the charge capacity.
‘We may use voltage as a measure of charge capacity. [t may be
that the capacitor voltage is checked when the emergency
lighting is switched off. Maintaining electric-double layer
capacitors with a high voltage level may reduce their service
life. It may be that the capacitor voltage is reduced when the
emergency lighting is switched off. This may prolong the life
of the capacitors in service. The capacitor voltage may be
reduced by a pre-determined amount irrespective of the con-
dition of the capacitor when the emergency lighting is
switched off as the capacitor is rapidly charged when the
aircraft power supply is available.

The emergency lighting may comprise a plurality of light
units each having one or more light sources. The or each light
source may be of any suitable type and is preferably replace-
able. It may that the or each light source comprises at least one
light emitting diode (LED). By employing L.EDs as the light
source, current draw on the power source is reduced. This
may be of particular benefit when using one or more electric
double-layer capacitors as the power source due to the lower
energy storage density of such capacitors compared with
batteries.

Preferably, means is provided for determining the initial
value of the loads (light sources) attached to the power source
and subsequently checking the loads to identify a change
from the initial value indicating a fault in the emergency
lighting. Detected faults may be signalled to a master control
unit or a diagnostic panel. Alternatively, detected faults may
be signalled by switching the outputs on and off in a sequence
or at a level known to represent a particular fault. It may be
that the loads can be switched in different sequences/levels/
patterns to represent different faults, for example low capac-
ity, load low, load missing etc.

A separate power source comprising one or more electric
double-layer capacitors may be provided for each light unit.
Alternatively, a common power source comprising one or
more electric double-layer capacitors may be provided for
two or more light units. In this case, one of the light units may
be provided with the power source to which the or each
additional light unit to be powered by the same power source



US 9,302,771 B2

3

can be connected. Alternatively, a power source comprising
one or more electric double-layer capacitors for one or more
light units may be provided in a separate power unit to which
one or more light units may be connected. All configurations
of light units and power sources are envisaged and within the
scope of the invention.

Light units and, where provided separate power units may
be fitted either as original equipment in a new aircraft or
retrofitted to replace emergency lighting in an existing air-
craft. In this respect, the use of units that can be easily located
and installed in place of existing emergency lighting and/or at
other positions in the aircraft facilitates retrofitting with mini-
mum disruption to the aircraft. For example, retrofitting may
be carried out during part of the aircraft service or mainte-
nance schedule.

This aspect of the invention may include any feature or
combination of features from any other aspect of the inven-
tion herein.

According to another aspect of the present invention, we
provide retrofit emergency lighting for aircraft comprising
LED lighting combined with a back-up power supply con-
taining one or more electric double layer capacitors.

LEDs may be incorporated in light units configured to
replace existing light units provided with incandescent light
sources. The LED light units preferably contain all of the
control circuitry necessary to mimic the light unit it replaces
without additional hardware for full functionality.

LEDs combine reliability and efficiency with low power
consumption. As a result, electric double layer capacitors can
be employed that fit within a space envelope similar to that of
the battery pack and charger combination previously
employed as the backup power supply. In this way, it may be
that a single unit containing both LEDs and electric double
layer capacitors can be provided as a standalone assembly.

Preferably, means is provided for testing the back-up
power supply and determining if the back-up power supply
meets the requirements to operate the emergency lighting.

The test means may be configured to determine if the
back-up power supply has sufficient energy to operate the
emergency lighting for a pre-determined period of time. For
example, current regulations require the emergency lighting
for aircraft to have an operating capability of at least 10
minutes. It will be understood that the back-up power supply
can be adapted as necessary to accommodate changes in the
regulations that may alter the minimum operating require-
ments.

The test means may generate a signal representative of the
condition of the back-up power supply. Thus, a visual and/or
audible signal of the condition of the back-up power supply
may be provided by any suitable means such as by illuminat-
ing alamp or sounding a buzzer. A fail signal may be provided
when the back-up power supply does not meet the minimum
operating requirements. A pass signal may be provided when
the back-up power supply meets the minimum operating
requirements. A traffic light system may be employed where
a fail signal is indicated by a red light, a pass signal is indi-
cated by a green line. A borderline pass signal may be indi-
cated by a yellow light.

Preferably, operation of the test means takes place auto-
matically as part of the normal aircraft routine so as to ensure
that the condition of the back-up power supply is regularly
checked. For example, before a flight, the emergency lighting
may be switched from an “off” condition to an “armed”
condition as part of a start-up routine allowing the emergency
lighting to be switched to an “on” condition if required during
a flight manually or automatically. At the end of the flight, the
emergency lighting may be switched back to the “off” con-
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dition as part of a shut-down routine. The test means may be
operated automatically in response to the emergency lighting
being switched between the “off” and “armed” conditions
and is preferably operated when the emergency lighting is
switched to the “off”” condition. In this way, if the test means
indicates the back-up power supply does not meet the require-
ments for operating the emergency lighting, any necessary
work to meet the operating requirements can be carried out
before the next flight.

Preferably, the test means is operable to determine the
condition of the back-up power supply against a real load.
Where the back-up power supply comprises one or more
electric double layer capacitors, this enables the level of
remaining charge to be determined reliably and without fully
discharging the back-up power supply. Little or no loss of
charge occurs when the emergency lighting is in the “off”
condition with the result that a test that indicates the back-up
power supply meets the operating conditions when the emer-
gency lighting is switched to the “off”” condition is sufficient
to ensure that the operating requirements will also be met
when the emergency lighting is next switched to the “armed”
condition irrespective of the time interval in-between.

Furthermore repeated testing on a regular basis will have
little or no impact on the useful service life of the back-up
power supply as the test does not fully discharge the back-up
power supply. Furthermore the test does not have to deter-
mine the actual charge remaining, only that there is sufficient
charge available the next time the emergency lighting is
switched to the “armed” condition that the operating require-
ments will be met if the emergency lighting is then switched
to the “on” condition.

A capacitor under discharge follows a pre-determined volt-
age/time curve or line depending on the load applied. Thus,
by applying a load and measuring changes in capacitor ter-
minal voltage over time (or change in time for a fixed voltage)
we can determine either the amount of energy stored in the
capacitor (if the load is known and controlled) or by extrapo-
lation that adequate energy is stored in the capacitor for a
given application (where the load may not be known but is the
normal driven load for the capacitor and must be supported
for a pre-determined time period). The amount of energy
consumed in this measurement may be small and the time
short, leaving the capacitor adequately charged with a known
quantity of stored energy. Additionally, a determination of
internal effective series resistance may be made by measuring
the change in capacitor terminal voltage before and after the
load is removed. The test means may be employed in any
other aspect of the invention.

This aspect of the invention may include any feature or
combination of features from any other aspect of the inven-
tion herein.

According to a further aspect of the invention, we provide
an emergency lighting power supply for an aircraft wherein a
power source in an emergency is provided by one or more
electric double layer capacitors.

The emergency lighting may be as described in connection
with the preceding aspects of the invention. The charge of the
or each internal electric double layer capacitors may be
reduced in an “off” condition of the emergency lighting to
increase capacitor useful life. Other features of the emer-
gency lighting power supply may be as described in connec-
tion with the previous embodiments.

This aspect of the invention may include any feature or
combination of features from any other aspect of the inven-
tion herein.

In preferred embodiments according to any of the preced-
ing aspects of the invention, a method of checking the condi-
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tion of the one or more electric double layer capacitors may be
employed that measures the rate of change in capacitor ter-
minal voltage during an energy transfer into or out of the
capacitor.

By this method an indication of the energy stored in the
capacitor may be obtained. The method may be used to estab-
lish the actual quantity of energy stored. Alternatively, the
method may be used to establish that the quantity of energy
stored is equal to or greater than a pre-determined minimum
or threshold level suitable for the intended application.

Checking the condition of a capacitor in this way can be
used for applications such as emergency lighting in aircraft
where the capacitor may be used to provide a power supply to
operate the emergency lighting if there is a failure in the
normal aircraft power supply. In such application, it is desir-
able to check the condition of the capacitor on a regular basis
to ensure that there is a sufficient store of energy available to
operate the emergency lighting if required.

The rate of change in capacitor terminal voltage may be
determined in a variety of ways. For example, in one arrange-
ment, the normal driven load may be used to effect the energy
transfer and the change in terminal voltage over a fixed time
compared to a threshold to determine if there is sufficient
energy stored in the capacitor. In another arrangement, the
load is known and the time is fixed and the change in terminal
voltage of the capacitor may be used to determine the capaci-
tance of the capacitor. In another arrangement, the load is
known and the change in terminal voltage of the capacitor is
fixed and the time required for the terminal voltage change to
occur may be used to determine the capacitance ofthe capaci-
tor. In another arrangement, energy is transferred at a known
rate and the rate of change in terminal voltage of the capacitor
used to determine the capacitance of the capacitor.

According to another aspect of the invention, we provide a
method of checking the condition of a capacitor, preferably an
electric double layer capacitor, by measuring the rate of
change in capacitor terminal voltage during an energy trans-
fer into or out of the capacitor.

By this method an indication of the energy stored in the
capacitor may be obtained. The method may be used to estab-
lish the actual quantity of energy stored. Alternatively, the
method may be used to establish that the quantity of energy
stored is equal to or greater than a pre-determined minimum
or threshold level suitable for the intended application.

Checking the condition of a capacitor in this way can be
used for applications such as emergency lighting in aircraft
where the capacitor may be used to provide a power supply to
operate the emergency lighting if there is a failure in the
normal aircraft power supply. In such application, it is desir-
able to check the condition of the capacitor on a regular basis
to ensure that there is a sufficient store of energy available to
operate the emergency lighting if required.

The rate of change in capacitor terminal voltage may be
determined in a variety of ways. For example, in one arrange-
ment, the normal driven load may be used to effect the energy
transfer and the change in terminal voltage over a fixed time
compared to a threshold to determine if there is sufficient
energy stored in the capacitor. In another arrangement, the
load is known and the time is fixed and the change in terminal
voltage of the capacitor may be used to determine the capaci-
tance of the capacitor. In another arrangement, the load is
known and the change in terminal voltage of the capacitor is
fixed and the time required for the terminal voltage change to
occur may be used to determine the capacitance ofthe capaci-
tor. In another arrangement, energy is transferred at a known
rate and the rate of change in terminal voltage of the capacitor
used to determine the capacitance of the capacitor.
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The method may be applied to check the condition of a unit
comprising one or more capacitors where the unit is deployed
to provide a power supply for any of the other aspects of the
invention described herein.

According to another aspect of the invention, we provide
an emergency lighting system for a passenger vehicle, espe-
cially an aircraft, wherein the system is tested when the sys-
tem is switched from an “armed” condition to an “off” con-
dition.

The “armed” condition is normally employed when the
vehicle is in use and the “oft” condition is normally employed
when the vehicle is not in use. In the “armed” condition, the
lighting system can be switched to an “on” condition manu-
ally or automatically. Power for the lighting system in the
“on” condition may be provided by the vehicle power supply
or by the back-up power supply or by a combination of the
vehicle power supply and the back-up power supply.

Power may be supplied to the emergency lighting system
from power supply units incorporating storage capacitors,
preferably electric double layer capacitors. When switched to
the “off” condition the storage capacitors may be partially
discharged such that they require only a small time to
recharge to full capacity before their next use (once placed
back in the “armed” condition) so that the reduction in bias
voltage during potentially long periods of time in the “off”
condition produces an increase in capacitor useful life.

Existing regulations require emergency lighting systems
for aircraft to be tested once every day (or 24 hours). Cur-
rently, it is common practice to carry out such testing each day
when the aircraft is first put into service. If a fault is detected
atthis stage that requires a repair, this may result in the aircraft
being delayed and missing a take-off slot. Also, faults that
may develop in the system after such testing are only detected
the following day when the system is next tested. Aircraft may
take off and land several times during the day and the existing
regulations only ensure that the emergency lighting is opera-
tional for the first flight following the test.

By this aspect of the invention the system is preferably
tested whenever the system is switched to the “off” condition.
As a result, any faults that are detected at this stage can be
rectified when the vehicle is not in use. In this way, the
operating capability of the emergency lighting when the
vehicle is next used may always be assured.

In the case of emergency lighting on aircraft, the system
may be switched to the “off” condition at the end of each flight
which may result in the system being tested more than once a
day. This may reduce or prevent delays caused when the
emergency lighting is only tested once a day, typically when
the aircraft is first put into service.

The testing may check any aspect of the emergency light-
ing system. It may be that testing includes a check on a
back-up power supply to ensure there is sufficient reserve
power available to operate the system in an emergency if the
vehicle power supply is not available or is reduced to a level
below that required to operate the system. It may be that
testing includes a check on the light sources to ensure that a
sufficient number are in working order for the system to be
effective in an emergency.

In one embodiment of the invention, power is supplied to
the aircraft emergency lights from power supply units incor-
porating electric double layer capacitors (“Ultra Capaci-
tors”). The aircraft emergency lights may be those originally
fitted to the aircraft, replacement lamps forming part of the
embodied invention or any combination thereof. The electric
double layer capacitors are charged to full or adequate capac-
ity in the “armed” condition, but charged or reduced to alower
capacity in the “off” condition to lengthen capacitor useful
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life. Automated checking of the power supply or the emer-
gency lights may be employed. Alternatively such automated
checking may be dispensed with and replaced by manual
periodic testing and checking procedures to reduce power
supply complexity and therefore increase reliability.

This aspect of the invention may include any feature or
combination of features from any other aspect of the inven-
tion herein.

Aspects of the invention will be more fully understood
from the following description of an exemplary embodiment
with reference to the accompanying drawing.

BRIEF DESCRIPTION OF THE DRAWING

FIG. 1 depicts an emergency lighting system embodying
the invention.

DETAILED DESCRIPTION OF THE
EXEMPLARY EMBODIMENTS

Referring to the drawing, an aircraft 1 has a flight deck 3
separated from the passenger cabin 5 by a bulkhead 7 having
a door (not shown) for access to the flight deck 3 from the
passenger cabin 5. FIG. 1 shows the aircraft with parts not
relevant to understanding the invention omitted for clarity.

The aircraft 1 is provided with an emergency lighting sys-
tem for directing passengers and crew to exits (not shown)
when the normal aircraft lighting is not working for any
reason, for example in an emergency following a crash, and
the aircraft has to be evacuated in a short period of time.

The emergency lighting includes a plurality of light units
generally indicated by reference numeral 9. Three light units
9 are shown but it will be understood that any number of light
units 9 may be employed to suit the requirements for a given
layout of the passenger cabin 5 and exits. The light units 9
may be provided at any suitable location within the passenger
cabin 5, for example on the ceiling, the walls or the floor of the
passenger cabin. Each light unit 9 may comprise one or more
light sources 9a and in a preferred embodiment the light
sources 9a are replaceable and may comprise one or more
light emitting diodes. Other light sources may be employed.

A primary power source for the emergency lighting is
provided by the normal aircraft power supply generally indi-
cated by the reference numeral 11 which is connected to the
light units 9 by wiring (not shown). The emergency lighting
may be controlled from a control panel indicated generally by
the reference numeral 13 located in the flight deck 3 for
operation by the flight crew. The control panel 13 may have a
switch 13a for switching the emergency lighting between an
“off” condition, an “armed” condition, and an ““on” condition.
When switched to the “on” condition, the emergency lighting
is powered by the normal aircraft power supply when avail-
able.

A secondary or back-up power supply for the emergency
lighting is provided by one or more power supply units indi-
cated generally by the reference numeral 15. In this embodi-
ment a separate power supply unit 15 is provided for each
light unit 9. This may not be essential and a power supply unit
15 may provide power for more than one light unit 9 and in
some cases it may be that a single power supply unit 15
provides power for all the light units 9.

Each power supply unit 15 and associated light unit 9 may
be provided as a combined light/power module unit for instal-
lation. This may be preferred when the emergency lighting is
provided as original equipment for installation in a new air-
craft. This is not essential and the power supply unit 15 and
light unit 9 may be separate components for installation inde-
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pendently. This may be preferred when retrofitting the emer-
gency lighting to an aircraft which may already have suitable
light units so that it is only necessary to install the power
supply units.

In accordance with a preferred feature of the invention,
each power supply unit 15 has one or more electric double
layer capacitors 15a also known as “ultra capacitors™ that can
provide power to the associated light units 9 if required. For
example, if the normal aircraft power supply is not available
or insufficient or fails when or after the emergency lighting is
switched to the “on” condition or if the emergency lighting
enters the “on” condition as a result of loss of normal aircraft
power supply in the “armed” condition.

Each power supply unit 15 is preferably connected to the
normal aircraft power supply 11 so that the electric double
layer capacitors 15a are charged whenever the normal aircraft
power supply is operational to provide the primary power
source and may be constantly charged using up to a maximum
amount of current from the normal aircraft power supply
when operational and available. In use, part of the power
output from each power supply unit 15 may be taken from the
normal aircraft power supply when it is available up to a limit
to reduce the effect of usage on the internal storage of the
electric double layer capacitors 15a.

The control panel 13 may have a switch 135 for testing the
power supply units 15 to check the emergency lighting meets
the minimum operating requirements. This may involve
checking that the electric double layer capacitors 15a have a
voltage value at or above a pre-determined minimum value
for operation of the light units 9. The control panel 13 may
provide a visual indication as to state of the emergency light-
ing, for example pass/fail conditions may be indicated by one
or more lamps 13¢. The minimum operating requirements
may be met even if one or more light units 9 is not operational
and the control panel may provide an indication of any light
units 9 that are not operational to facilitate repair/replacement
of the light unit 9.

The test may be carried out when the emergency lighting
system is switched from the “off”” condition to an “armed” or
“stand-by” condition prior to take-off. The emergency light-
ing can be switched from the “armed” condition to the “on”
condition when required and returned to the “off” condition
via the “armed” condition when not required. More prefer-
ably, however the test is carried out when the emergency
lighting is switched to the “oft” condition. In this way, any
necessary repairs or replacement can be carried out before the
aircraft is next required and flight delays which may result if
the emergency lighting is testing prior to take-off may be
avoided.

The test may involve measuring the rate of change in
capacitor terminal voltage during an energy transfer into or
out of the capacitor. The test may be used to determine the
actual energy stored in the capacitor. Alternatively the test
may be used to determine if the quantity of energy stored is
equal to or greater than a pre-determined minimum or thresh-
old level. A normal driven load may be used to effect the
energy transter and the change in terminal voltage over a fixed
time compared to a threshold to determine if there is sufficient
energy stored in the capacitor. Other means of testing may be
employed.

In accordance with a preferred feature of the invention, the
voltage of the electric double layer capacitors 154 is reduced
when the emergency lighting is switched to the “off” condi-
tion. Little or no loss of charge occurs when the emergency
lighting is in the “off” condition with the result that a test that
indicates the back-up power supply meets the operating con-
ditions when the emergency lighting is switched to the “off”



US 9,302,771 B2

9

condition is sufficient to ensure that the operating require-
ments will also be met when the emergency lighting is next
switched to the “armed” condition irrespective of the time
interval in-between. By reducing the voltage the electric
double layer capacitors 15a are not maintained in a fully
charged condition when the emergency lighting is switched
“off” and this has been found to prolong the useful life of the
capacitors 15a. The capacitor voltage may be reduced by a
pre-determined amount irrespective of the condition of the
capacitor 15a when the emergency lighting is switched off as
the capacitor 15a is rapidly charged when the normal aircraft
power supply is available.

Although in the exemplary embodiment of the invention
the emergency lighting is described in an aircraft, it will be
understood that the invention has wider application and may
be employed in ships, trains or like passenger transportation
vehicles.

Any of'the aspects of the invention described herein may be
employed in combination with any of the other aspects of the
invention and any feature of any of the aspects ofthe invention
may be employed separately or in combination with any
features from any of the other aspects of the invention. All
combinations and sub-combinations of any features
described herein are included within the scope of the inven-
tion.

I claim:

1. Aircraft emergency lighting having a power source for
illumination of emergency lighting in an emergency, said
power source including one or more electric double layer
capacitors, and control means for testing said one or more
electric double layer capacitors, said control means being
configured to test the one or more electric double layer
capacitors in response to switching off the emergency light-
ing.

2. Aircraft emergency lighting according to claim 1
wherein said power source including one or more electric
double layer capacitors is configured to provide a secondary
power source operable to back-up a primary power source
provided by an aircraft power supply.

3. Aircraft emergency lighting according to claim 2
wherein, said one or more electric double layer capacitors of
said secondary power source are configured to be charged
whenever said aircraft power supply is operational to provide
said primary power source.

4. Aircraft emergency lighting according to claim 2
wherein, said primary power source and said secondary
power source are configured to reduce the effect of usage on
internal storage of said one or more electric double layer
capacitors.

5. Aircraft emergency lighting according to claim 1
wherein, said control means is configured to check a charge
capacity of said one or more electric double layer capacitors
when the emergency lighting is switched off.

6. Aircraft emergency lighting according to claim 1
wherein, said power source including said one or more elec-
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tric double layer capacitors is configured to reduce a voltage
of said one more electric double layer capacitors when the
emergency lighting is switched off.

7. Aircraft emergency lighting according to claim 6
wherein, said power source including said one or more elec-
tric double layer capacitors is configured to reduce said volt-
age by a pre-determined amount irrespective of the condition
of'said one or more electric double layer capacitors when the
emergency lighting is switched off.

8. Aircraft emergency lighting according to claim 1 further
comprising a plurality of light units each having one or more
light sources.

9. Aircraft emergency lighting according to claim 8
wherein, the emergency lighting is configured to determine
an initial value of a load of the light sources attached to said
power source including said one or more electric double layer
capacitors and subsequently checking said loads to identify a
change from said initial value indicating a fault in the emer-
gency lighting.

10. Aircraft emergency lighting according to claim 1
wherein, the emergency lighting is configured to be switched
between an““off” condition and an “armed” condition and said
control means is configured to test said power source includ-
ing said one or more electric double layer capacitors operated
automatically in response to the emergency lighting being
switched from said “armed” condition to said “off” condition.

11. Aircraft emergency lighting according to claim 1
wherein, said control means is configured to test said power
source including said one or more electric double layer
capacitors against a real load to determine a condition of said
power source.

12. An aircraft having an emergency lighting system
including a plurality of light units, a primary power source for
said light units, a secondary power source for said light lights,
said secondary power source being configured as a back-up
for said primary source, wherein said secondary power source
includes one or more electric double layer capacitors config-
ured to be charged by said primary power source, and control
means configured to test said one or more electric double
layer capacitors of said secondary power source and provide
an indication of a condition of the secondary power source in
response to switching the emergency lighting from an
“armed” condition to an “off” condition.

13. The aircraft of claim 12 wherein said control means is
configured to check the condition of said secondary power
source by measuring a rate of change in capacitor terminal
voltage during an energy transfer into or out of said one or
more electric double layer capacitors.

14. The aircraft of claim 12 wherein said secondary power
source is configured to reduce a voltage of said one more
electric double layer capacitors when the emergency lighting
is switched to said “off” condition.
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